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1 Executive Summary

Under the auspices of the Aviation Safety Program (AvSafe) Integrated Intelligent Flight
Deck (ITFD) project, NASA is investigating remote sensors for detection of hazards to air-
craft. The Forward-Looking Interferometer (FLI) is a new instrument concept for efficiently
obtaining the measurements required to alert flight crews to potential weather hazards to
safe flight. To meet the needs of the commercial fleet, such a sensor should address mul-
tiple hazards to warrant the costs of development, certification, installation, training, and
maintenance. The FLI concept is based on passive radiometric sensing with high-resolution
Infrared (IR) Fourier Transform Spectrometry (FTS) technologies that have been devel-
oped for satellite remote sensing, in addition to the detection of aerosols and gasses for
other purposes. The FLI concept is being evaluated for its potential to address multiple
hazards including clear air turbulence (CAT), volcanic ash, wake vortices, low slant range
visibility, dry wind shear, and icing, during all phases of flight (takeoff, cruise, and land-
ing). Additional possible applications, not addressed in this study, may include detection
of runway contamination; observations of temperature and water vapor for use in weather
models; and detection of pollution or other aerosols. The technology might also be ap-
plied for downward-looking atmospheric profiling of water vapor, temperature, turbulence
or other applications.

Over the years, a large suite of techniques and analytical tools has been developed to
assess the potential measurement performance of downward-looking imaging interferometers
that were developed for space-based Earth remote sensing. Some of these analytical tools
have been applied to an airborne hazard detection feasibility study for CAT, volcanic ash,
and low slant range visibility conducted for NASA by the Georgia Tech Research Institute,
Hampton University, and the National Center for Atmospheric Research through National
Institute of Aerospace Task Order Number, NNLO6AB99T. In the feasibility study, remote
sensing techniques developed for space-based sensors were applied to aviation hazard detec-
tion problems in order to assess the feasibility of using FLI technology for airborne sensors.
Sensitivity studies were performed on clear air turbulence, volcanic ash clouds, and for re-
duced slant range visibility. Characterization studies and literature searches were conducted
on wake vortices, dry wind shear, and icing to determine if future sensitivity studies were
warranted. Sensitivity studies were conducted using a limited set of temperature, wind,
and humidity fields. The studies were performed spectrally with high enough resolution
to resolve individual spectral lines of molecules such as COs, so as to support the use of
interferometric sensors such as the FLI. The simulations were performed for single lines of
sight from the sensor to/through the hazards.

The studies were based on a high spectral resolution spherical shell radiative transfer
model using LBLRTM (Line-By-Line Radiative Transfer Model) for the molecular optical
depths, and values obtained from the literature for volcanic ash and obscurants such as
fog and haze. Two different approaches for detecting CAT were considered: detecting
temperature disturbances ahead of the aircraft with measurements in the 14 - 15 ym CO4
spectral band, and detecting water vapor disturbances using wavelengths in the 5 - 8 micron
spectral region. For volcanic ash detection, two different algorithms for determining the
distance to an aerosol cloud were examined. The algorithms are the “CO5 Slicing” technique
and “Window Channel” technique.

For the improvement of slant range visibility, the use of Empirical Orthogonal Functions
(EOF) Regression [also called Principle Components (PC) Regression] was investigated. By
definition, the EOFs, or PCs, are statistically optimal in the sense that no other set of
spectral functions can be used to represent the observed radiance spectra with as small a
number of independent variables. An advantage of using EOF regression is that it enables
the entire spectrum of information content to be used for the sensing of these phenomena,
thereby multiplexing the emission signals from all the atmospheric gases of interest as well



as those emission signals from clouds and aerosols. By using EOF regression to retrieve
the geophysical characteristics of the otherwise small radiance turbulence signal, the signal-
to-noise ratio of the FLI detection system may be enhanced by an order of magnitude or
more. A similar signal-to-noise advantage could be gained for the detection of other weather
related hazards as well.

The physical basis for FLI detection of wake vortices, dry wind shear, and icing has
been investigated through literature research to determine whether sensitivity studies are
warranted. In all cases, these hazards have phenomenology that should be detectable by an
FLI system. Wake vortices may be detectable due to entrained water vapor from the aircraft
engine exhaust, lower than ambient core temperature, and/or other entrained gasses; dry
wind shear by the cooler temperature of air in a downdraft; and icing by the different optical
properties of water and ice in the infrared region.

The initial feasibility studies indicate that the spectral radiance measurements by a FLI
mounted on an aircraft should be able to sense or, in the case of reduced visibility, mitigate
aviation weather hazards to safe flight. It was shown that, for the case of enhancing slant
range visibility, Eigenvector EOF regression is a powerful method for transforming FLI
spectra into products that can be used by the flight crew or by automated agents to help
insure safe flight. It is likewise expected that EOF regression can be used to enable rapid
and accurate predictions of the other aviation safety hazards including turbulence, volcanic
ash, wake turbulence, and icing.

Future research needs have been determined to identify the next steps to be taken in
the development of a FLI-based comprehensive external hazard monitor. Such future ef-
forts should include both ground- and flight-testing of prototype FLI hardware to collect
data for sensor and phenomenological characterization and validation, in addition to the
development of means for measuring hazard intensity or estimating the hazard posed to the
aircraft and the development of a simulation environment. The next modeling steps in the
FLI applications research should be to develop and apply the EOF regression technique to
predicting the intensity and distance / warning time for turbulence, volcanic ash, wake tur-
bulence, and icing. The technique should be demonstrated for a wide variety of atmospheric
situations to demonstrate the robustness of the algorithm.

CAT and Dry Wind Shear. Sensitivity studies for CAT detection included two tech-
niques: sensing temperature fluctuations using the 650 - 780 cm ™! (wavenumbers 6.5 - 7.8
m~!) CO3 band and sensing water vapor fluctuations in the 1300 - 1600 cm ™! (wavenumbers
13 - 16 m~1) region. The simulations revealed detectable signatures in both the interfero-
gram and spectral domains for the COs temperature technique at flight altitudes. Although
the maximum detection range appears to be about 5 km (assuming an instrument resolution
of 0.3 K), which is not as large as early investigators have claimed. But humidity anomalies
in the one case for which data exists were detectable from 30 km, or with a warning time of
approximately 2 min, assuming a lower instrument sensitivity of 1.0 K. Wind shear near the
ground is associated with the downward motion of cooler air from higher altitudes, and the
anomalously low air temperatures should be easily detectable with an FLI during a landing
approach.

Volcanic Ash. The ability of an IR imager to distinguish volcanic ash clouds from
water and ice clouds was verified in the 800 - 1100 cm ™! region, using an ash optical depth
spectrum obtained from the literature. The optical properties of volcanic ash produce a
large signature in the 8 - 12 cm™! window region, thereby making ash detection possible
with the FLI.

Low Visibility. A simulation of multi-band imaging in low slant-range visibility con-
ditions illustrated the potential of the FLI to provide essentially unobscured IR images of



runway scenes as viewed from the air during an approach by making use of multi-spectral
information to remove the effects of atmospheric obscurants (e.g. water vapor and aerosols).
This capability will give pilots a clear view of runways even when an obscurant such as a
ground fog is present, and it will provide high quality images to support automated detec-
tion of airborne and ground obstacles or other hazards.

Wake Vortices. Typical wake vortex properties obtained from a literature search
included the core temperature as well as the concentrations of exhaust gas constituents
(including water vapor) that become entrained in the vortex. Vortex core temperatures
have been measured to be several degrees below ambient temperature and this temperature
difference should be detectable, which suggests that an FLI will provide real-time imagery
of the motion and evolution of wake vortices. The entrained gasses, including water vapor,
provide additional means of detection with an FLI. Detection of wake vortices by FLI tech-
niques is possibly the most challenging application considered due to the relatively small
size of the phenomena and the geometry of the problem which would have the FLI looking
down at a scene with ground, runway, and other objects as background during landing, the
phase of flight that would be of most interest.

Icing. The optical properties of liquid water and ice are quite different in the spectral
regions where the FLI will operate. This fact will give the FLI a capability to distinguish ice
from liquid water on surfaces such as runways. In addition, the FLI may be able to detect
icing conditions ahead of an aircraft during flight by discriminating supercooled liquid water
drops from ice crystals.

Runway Friction. One significant cause of aircraft accidents is reduced runway friction
caused by rain, frost, and snow. A relatively low spectral resolution imaging FLI spectrom-
eter, operating from an aircraft, could be used to detect this hazardous runway condition.
Using FLI data, the braking distance can be determined, and used to alert the pilot of a
hazardous landing condition.

The sensitivity and characterization studies addressed the phenomenology that supports
detection and mitigation by the FLI. Techniques for determining the range, and hence warn-
ing time, were demonstrated for several of the hazards, and a table of research instrument
parameters was developed for investigating all of the hazards discussed above. This work
supports the feasibility of detecting multiple hazards with an FLI multi-hazard airborne
sensor, and for producing enhanced IR images in reduced visibility conditions; however,
further research must be performed to develop a means to estimate the intensities of the
hazards posed to an aircraft and to develop robust algorithms to relate sensor measurables
to hazard levels. In addition, validation tests need to be performed with a prototype sys-
tem. Further research should include ground-based measurements, airborne measurements,
additional sensitivity studies, and simulations.

2 Introduction

In the fall of 2005, NASA’s Aeronautics Research Mission Directorate (ARMD) initiated
a restructuring of its aeronautics program to ensure that it had a strategic plan in place
that enables the pursuit of long-term, cutting-edge research for the benefit of the broad
aeronautics community. The three principles guiding this restructuring were: 1) NASA
will dedicate itself to the mastery and intellectual stewardship of the core competencies of
aeronautics in all flight regimes; 2) NASA will focus its research in areas appropriate to its
unique capabilities; and 3) NASA will directly address the fundamental research needs of



the Next Generation Air Transportation System (NextGen - formerly known as NGATS)
while working closely with its agency partners in the Joint Planning and Development Office
(JPDO).

Using the above principles, ARMD established four programs: the Fundamental Aero-
nautics Program, the Aviation Safety Program (AvSafe), the Airspace Systems Program,
and the Aeronautics Test Program. The Fundamental Aeronautics Program conducts
cutting-edge research that produces innovative concepts, tools, and technologies that en-
able the design of vehicles that fly through any atmosphere at any speed. The Aviation
Safety Program focuses on developing the cutting-edge tools, methods, and technologies to
improve the intrinsic safety attributes of current and future aircraft that will operate in the
NextGen. The Airspace Systems Program directly addresses the Air Traffic Management
(ATM) research needs of the NextGen initiative as defined by the JPDO. The Aeronautics
Test Program ensures the strategic availability and accessibility of a critical suite of aero-
nautics test facilities that are deemed necessary to meet aeronautics, agency, and national
needs.

Both the restructuring of NASA’s aeronautics research program and the development
of the National Aeronautics R&D Policy took into consideration many of the same reports
and studies that have been conducted over the past several years. These reports included
the “Final Report of the Commission on the Future of the U.S. Aerospace Industry” by the
Aerospace Commission, 2002, “Securing the Future of U.S. Air Transportation: A System
in Peril” by the National Research Council (NRC), 2003, and “Wind Tunnel and Propulsion
Test Facilities: An Assessment of NASA’s Capabilities to Serve National Needs”, RAND
Corporation, 2003. The use of this supporting information by both parties helped contribute
to the alignment of NASA’s restructured aeronautics program with the new Aeronautics
R&D Policy. In addition, while the recent NRC “Decadal Survey of Civil Aeronautics”
(2006) was published after the restructuring of NASA’s aeronautics program had begun,
NASA’s new aeronautics program is very well aligned with the recommendations of that
study.

The Aviation Safety Program also conducts research in several critical core aeronautics
competencies, including materials and structures, sensors, data mining, flight mechanics,
human factors, verification and validation of complex systems, flight dynamics and control,
icing physics, and intelligent and adaptive systems. Mastery of these competencies will
be critical to our ability to develop innovative concepts, tools, methods, and technologies
that will improve the intrinsic safety attributes of current and future aircraft operating in
the National Airspace System (NAS). In addition, just as in the Fundamental Aeronautics
Program, much of the foundational research conducted in the Aviation Safety program will
ultimately have applicability to spacecraft as well as aircraft. For example, research in core
areas such as sensors and data mining in the Integrated Vehicle Health Management project
may lead to self-healing systems that are applicable not only to aircraft but to spacecraft
as well. Foundational research in materials that leads to advances in our understanding of
the aging and durability properties of composites and superalloys will have dual aeronautics
and space applications. Foundational research in adaptive controls as part of the Integrated
Resilient Aircraft Control project will likely find applications in future space missions where
vehicles will be required to operate in and adapt to unknown flight environments. Finally,
foundational research in human factors, sensors, and human-automation interface modeling
will lead to enhancements in crew-vehicle interface technologies that may have applicability
to space vehicles as well.

The Aviation Safety Program worked closely with the FAA and the JPDO in devel-
oping its research plans with a focus on developing cutting-edge technologies to improve
the intrinsic safety attributes of current and future aircraft that will operate in the global
NextGen. Furthermore, many of the technologies will have dual-use applications for DOD
needs. As such, all four projects within the Aviation Safety Program directly support this



Policy guidance.

Specifically, the Integrated Intelligent Flight Deck (IIFD) project will pursue flight deck
related technologies that ensure crew workload and situation awareness are both safely
optimized and adapted to the future operational environment as envisioned by the NextGen.
A key component of this research will be investigating methods to automatically monitor,
measure, and assess the state of crew awareness. Project results should enable system
designers to eliminate the safety risk of unintended consequences when introducing new and
advanced systems into an operational environment.

As stated previously, ITFD develops flight deck technologies that mitigate operator-,
automation-, and environment-induced hazards for future operational concepts. The scope
includes: (a) development of crew/vehicle interface technologies that reduce the risk of pilot
error; (b) development of monitoring technologies to enable detection of unsafe behaviors;
(c) development of fail-safe methods for changing the operator/automation roles in the
presence of detected disability states; and (d) development of a comprehensive surveillance
system design that enables robust detection of external hazards with sufficient time-to-alarm
for safe maneuvering to avoid the hazards.

For our purposes, a flight deck and a flight deck system are defined as follows:

e Flight Deck: A volume of space designed to accommodate at least one human operator
and the interfaces between the operator and the remainder of the flight deck system.

e Flight Deck System: A system that includes (1) the entity(s) who have the authority
and responsibility for directing the flight of an aircraft, (2) all subsystems that directly
interface to these entity(s), and (3) the interfaces between them.

Vigilant observation of the surrounding airspace for external hazard detection is essen-
tial for operational capability and safety. There are five classes of external hazards: (1)
meteorological (e.g. icing conditions, convective weather, wind gusts, turbulence), (2) en-
vironmental (e.g. volcanic ash), (3) geospatial (e.g. terrain, man-made obstacles, foreign
object debris), (4) traffic, and (5) airspace constraints/restrictions. The severity of hazards
associated with any of these depends on many factors such as relative proximity and closure
rate.

The Forward-Looking Interferometer (FLI) is an instrument concept for efficiently ob-
taining the measurements required to alert flight crews to potential weather hazards to safe
flight. The FLI concept is based on passive radiometric sensing with an aircraft-mounted
Michelson Fourier transform spectrometer capable of measuring atmospheric conditions
ahead of the aircraft for the purpose of detecting hazards to the aircraft or determining
other information related to flight deck requirements. This instrument concept was initially
evaluated for detecting Clear Air Turbulence (CAT), and the project was subsequently ex-
panded to include the investigation of the feasibility of detecting other hazards such as
volcanic ash, wake vortices, dry wind shear, reduced visibility, and icing conditions along
the flight track of the aircraft. It is potentially applicable to external hazards in classes
1-4 above. FLI sensor data may be used alone or in combination with other sensor data
such as airborne weather radar or lidar. The data it provides should complement other
airborne forward-looking hazard detection, such as radar detection of turbulence or wind
shear, by providing data in conditions where other sensors have insufficient signal available
to allow detection. It is also anticipated to be capable of providing additional data useful
in discrimination and hazard estimation. Additional possible applications, not addressed
in current investigations, may include detection of runway contamination; observations of
temperature and water vapor for use in weather models; and detection of pollution or other
aerosols. The technology could also be applied for downward-looking atmospheric profiling
of water vapor, temperature, turbulence or other applications.



The study seeks to predict instrument performance for hazard detection and measure-
ment via models and analyses, to validate the models with experiments and to identify
technical challenges that must be addressed for development of a practical sensor based on
the technology. Subsequent to a successful feasibility study [1], NASA expects to attack
the technical barriers to instrument development, develop and improve the models and per-
formance predictions, and to identify the next steps to be taken in the development of a
FLI-based airborne sensor. Such future efforts should include ground and flight-testing of
prototype FLI hardware to collect data for sensor and phenomenological characterization
and validation.

This feasibility study began with a Workshop on the Airborne Radiometric Detection
of Aviation Hazards. The goals of the workshop were to review the current status of re-
search in this technical area, to assess the resources that are available for further work, and
to familiarize interested participants with the research program. The workshop included
participants from government, industry, and academia. The results of the Workshop are
presented in Appendix A of this report.

This report includes sensitivity studies and the characterization of various hazards oc-
curring at cruise altitudes or during the takeoff and landing of aircraft. Sensitivity studies
were conducted on CAT, volcanic ash, and low slant range visibility. Characterization to
determine if sensitivity studies were warranted included wake vortices, dry wind shear, and
icing.

Based on the results of the studies discussed in this report, a table of FLI radiance mea-
surement requirements for a research instrument is presented. In addition, future research
needs have been determined to identify the next steps to be taken in the development of
an FLI-based airborne hazard sensor. Such future efforts should include further sensitiv-
ity studies, ground and flight-testing of prototype FLI hardware to collect data for sensor
and phenomenological characterization and validation, and development of a simulation
environment.

Additional information on previous wind shear studies is presented in Appendix B and
candidate research instruments are described in Appendix C. A report by Larry Cornman
of the National Center for Atmospheric Sciences (NCAR) is included as Appendix D. The
NCAR report is divided into two parts: Part A discusses the work performed investigating
methodologies for measuring turbulence from an airborne IR interferometer; Part B provides
an overview of the data sets that were delivered to Hampton University in support of their
simulation activities.

A feasibility study of using an FLI to detect a hazardous runway surface conditions
(reduction of runway friction from ice or snow) is the subject of Appendix E, a report by
William Smith.

3 Background

The long history of investigations into airborne IR radiometric detection of aviation hazards
has provided examples of apparent detections of CAT and wind shear, as well as a data
set that was interpreted as images of wake vortices. In addition, ground-based radiometric
detection of volcanic ash clouds has been demonstrated [2], [3], [4]. However, all of the early
work was done with simple instruments that had low spectral, spatial, and radiometric
resolution, and most of them employed a single line of site. The detections were generally
not supported by truth data, and the atmospheric conditions that the radiometers were
responding to were characterized poorly, if at all. Here we define “truth data” as independent
measurements of the hazard, e.g. aircraft acceleromteter measurements of turbulence or F-
factor measurements for wind shear. Because the atmospheric state was not known, the
performance of the radiometers as hazard sensors could not be checked with numerical



simulations. These problems led Gimmestad et al. [3] to recommend that flight tests should
be conducted with a hyperspectral IR imaging system; that the flights should include truth
data; and that the measurement effort should be supported by a parallel simulation effort.
The study reported here is a related effort aimed specifically at assessing the feasibility of
using an FLI for aviation hazard detection.

4 Sensitivity Studies

Sensitivity studies were performed on CAT, volcanic ash, and low slant range visibility.
CAT sensitivity studies included the development of a high spectral resolution spherical
shell radiative transfer model, based on Line-By-Line Radiative Transfer Model (LBLRTM)
[5], [6] molecular optical depths. FLI simulations were conducted using three-dimensional
temperature and water vapor fields associated with CAT provided by the National Center
for Atmospheric Research (NCAR) in Boulder, CO. Volcanic ash cloud detection sensitivity
studies have been conducted using window region spectral radiance emission observations.
Two different algorithms for determining the distance to an aerosol cloud were implemented.
The algorithms include the “COs Slicing” technique and the “Window Channel” technique.
Lastly, sensitivity studies for enhanced slant range visibility were conducted using “Empirical
Orthogonal Functions (EOF) Regression” or “Principle Components (PC) Regression” to
correct the effect of absorbing atmospheric constituents such as fog and aerosols.

4.1 Clear Air Turbulence (CAT)

Radiometric techniques for turbulence detection rely on atmospheric temperature and water
vapor structures that depart from the background atmosphere. The radiometric techniques
are indirect in the sense that they do not measure turbulent motion. Rather, they measure
the temperature structure and water vapor structure of the atmosphere ahead of the aircraft
and attempt to relate it to the likelihood that turbulence will be experienced.

Researchers have been studying passive IR detection of turbulence for decades. For
example, in the 1970’s, Peter Kuhn developed an IR radiometer that was flown and tested
on three NASA aircraft in the 1979 Clear Air Turbulence Flight Test Program [7]. Kuhn’s
passive IR system detected CAT by detecting water vapor variability ahead of the aircraft.
(In non-CAT conditions, the water vapor content is fairly constant.) Kuhn claimed that the
detector had a false-alarm rate of less than 8% in clear air at altitudes above 4.4 km with
a range of 60 km. However, the system was not tested with clouds in the vicinity [7].

In the study reported here, FLI simulations were conducted using three-dimensional
temperature and water vapor fields associated with CAT. Techniques for determining the
distance and warning time to an aircraft encounter with CAT were defined. The spectral
resolution, range, and instrument noise requirements were defined for an FLI to be used to
detect CAT and to determine its distance from the aircraft (i.e., warning time) by both the
temperature and water vapor radiance signal techniques.

A high spectral resolution spherical shell radiative transfer model, based on Line by Line
Radiative Transfer Model (LBLRTM) molecular optical depths, was developed to study
phenomena at some distance from the aircraft. A pictorial display of the path seen by an
FLI aboard an aircraft is shown in figure 1.

The model takes the analytical form

or(v, s, A)
0Os

where R is radiance, TOA is top of atmosphere, v is wavenumber, A is the atmospheric
state consisting of pressure p, temperature T, absorbing constituents (i.e., HoO, COs, Os,

TOA
R(v, A, h,) = /0 Bly, T(s)] * [— lds (1)



Path “s” RJ\

Figure 1. Path viewed by a forward-looking optical instrument aboard an aircraft.

N2O, CO, CHy, Oz, NO, SO, NOy, NH3, HNOs, clouds, and aerosols), h, is the height of
the aircraft, and B is the Planck function.

The transmittance of the atmosphere betweeen the aircraft and any position along the
viewed path s is

T(V,S,A)z/ e~ A) g (2)
0

where o is the optical depth. The coordinate along the viewed path, s, is

s(h) = V/(re + 1) = (re + ho)? (3)
where h is height and r, is the radius of the Earth.

Figure 2 shows the results of applying this model to the US Standard Atmosphere to
simulate what an FLI would see in clear air when flying on an aircraft at three different
altitudes. The spectral radiance is plotted versus wavenumber which would be observed by
an FLI for aircraft altitudes of 1.5, 4.5, and 9.5 km. A Norton-Beer Weak Apodization was
applied to interferograms simulated to a maximum optical path difference of 1.0 cm (i.e.,
an unapodized spectral resolution of 0.5 cm™1).

The spectrum corresponds to a near-isothermal spectrum (i.e., a Planck function) for
the relatively opaque 15um COg band, 650 - 750 cm~!. A near-Planck radiance distribution
is also observed for the strong water vapor absorption region, beyond a lower wave number
limit ranging from 1250 - 1500 cm™!, dependent upon instrument altitude. The strong
emission by ozone within the 1000 - 1100 cm ™! region can also be seen in figure 2, with the
relative amplitude of this emission band increasing with altitude as a result of the increase in
ozone concentration and the rapid decrease of the water vapor concentration with altitude.
The strong absorption/emission by methane and nitrous oxide near 1305 cm~! can also
be seen from the fact that the spectral radiance distribution approaches a Planck radiance
spectrum as the altitude of the sensor decreases.

Figures 3, 4, and 5 show plots of the relative contribution from the atmosphere (assuming
US Standard Atmospheric conditions) as a function of distance from the aircraft. Each plot
indicates the total radiance at three different altitudes, 1.5, 4.5, and 9.5 km. Contributions
greater than 100% are a consequence of ringing in the spectrum that remains after the
weak apodization process that was performed. The higher the aircraft, the greater the
contribution from spherical shells at greater distances from the aircraft. For the sensing of
turbulence from the 15 um COy band, most of the signal (> 60%) is confined to the first
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Figure 2. The spectral radiance observed by an FLI.

5 km shell ahead of the aircraft for wave numbers smaller than 722 cm ™!, decreasing with
increasing wave number. In the “window” region of the spectrum, 800 - 1200 cm ™!, the FLI
observes contributions from the atmosphere at distances greater than 80 km when flying at
high altitude (e.g., 9.5 km).

This long range detection capability makes the technique useful for the detection of
hazardous aerosol (e.g., volcanic ash clouds) contributions, providing avoidance warning
times in excess of 5 minutes for a fast flying commercial jet aircraft. At middle and low
atmospheric altitudes (e.g., 4.5 km and 1.5 km) the visibility of clouds and aerosol layers
with distance decreases, being greatest for a narrow spectral region near 1000 cm ™! and the
1100 - 1150 em ™! region of the spectrum. In addition, high spectral resolution is needed to
optimize the FLI instrument sensitivity to contributions of radiance far from the aircraft,
which results from being able to sense the radiation between the water vapor absorption
lines within the “window” region of the spectrum.

4.2 Temperature Turbulence Measurement Concept

Detecting temperature fluctuations associated with CAT can be accomplished using either a
fully- or partially-scanned infrared interferometer. In the partial scan approach, by observing
the CO5 resonance region of the interferogram produced by the near uniform spacing of CO4
lines in the 13 - 15 pum region, discontinuities of temperature will produce a signal within
this narrow COs resonance region. The signal’s amplitude is dependent upon the amplitude
of the non-uniformity of atmospheric temperature. The distance from the aircraft at which
these discontinuities exist should be indicated by the spectral wavelength sub-region of the
13 - 15 um band where one begins to see the signal. For example, the stronger the signal
gets near the more opaque center of the COs absorption band, the closer to the aircraft the
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temperature fluctuation must be occurring. The radiometric signal will be small, but FTS
systems are very sensitive to very small spectral features of the radiation being detected -
in this case, the relative amplitude of the CO5 lines, which is zero for a completely uniform
temperature scene.

The spherical shell radiative transfer model was applied to a one-dimensional case of
turbulence-related temperature variations observed from a commercial jet aircraft, which
encountered a narrow zone of severe turbulence. The top plot of figure 6 shows the radi-
ance emission lines associated with the temperature perturbations from a severe velocity
turbulence encounter by a commercial passenger jet aircraft near Houston, TX, on August
6, 2003 (shown in the time series bottom plot of figure 6). The relatively uniform spacing of
the CO5 emission lines is evident in the spectrum of turbulent radiance perturbation from
a horizontally uniform temperature condition.

An analysis of the CO3 resonance in the interferogram produced by a turbulent temper-
ature fluctuation during the same turbulence encounter by the commercial aircraft at an
altitude of 9.5 km is shown in figure 7. In this figure, the top plot is brightness temperature
difference versus wavenumber while the bottom plot is the interferogram ratio (I — Iy)/Io.
The turbulence signal can be seen in the raw interferogram measurement from the ampli-
tude of the CO5 resonance region produced by the relative uniform spacing of the COq
emission spectral radiance variations. Thus, the temperature fluctuation signal produced
by wind turbulence can be detected in either the raw interferogram or the derived spectrum
of radiance observed with an FLI instrument.

Three case studies have been performed to determine both the interferogram and spectral
radiance signal resulting from temperature fluctuations associated with clear air turbulence.
One case is the actual temperature measurement fluctuation observed from a commercial

11
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Figure 6. The radiance emission lines.

jet aircraft during an encounter with severe clear air turbulence, as described above, with
the other two resulting from von Kdrman simulations for moderate to weak wind turbulence
conditions. All of the simulations were conducted for the aircraft within a 40, 20, 10, 5, and
0 km distance from the relatively narrow turbulent region. Figures 8, 9, and 10 show the
three cases where the assumed aircraft altitude is 9.5 km. The distance to the turbulent
region is associated with the wavenumber where significant spectral structure begins, moving
towards larger wavenumbers with increasing distance from the turbulent regime.

As shown in figures 11, 12, and 13, there is a relatively large spectral signal when the
aircraft is close to the turbulence but this signal decreases rapidly as the aircraft becomes
more distant from the turbulent region. Thus, the ability of the spectral, or partial interfero-
gram amplitude, to provide significant warning time before severe turbulence is encountered
depends on the interferogram signal-to-noise ratio that can be achieved with the FLI.

Finally, figure 14 shows the altitude dependence on the spectral radiance and inter-
ferogram produced from turbulent temperature fluctuations 20 km ahead of the aircraft
simulated for von Karman case #2. In this situation, the typical commerical aircraft would
have about 80 seconds of warning time. The signal maintains a nearly constant strength
when the aircraft descends to 4.5 km but then decreases with a further descent to 1.5 km.
The enhanced response of the FLI to turbulent temperature fluctuations at high altitudes
is advantageous, since most severe clear air turbulence occurs at the higher altitudes.

4.3 Water Vapor Turbulence Measurement Concept

It may be easier to detect clear air turbulence at a greater distance using water vapor
radiance measurements rather than CO, temperature measurements because the atmosphere
may be relatively transparent due to low water vapor concentrations between the aircraft

12



'2 -""""'I" T TTTTT T TTTTT TITTT TTTTT T TTTTT T TTTTTTrTTT
650 660 670 680 690 700 710 720 730 740 750 760
Wavenumber, (cm ™)

-0.007

-0.008

-0.009

-0.010

'D.D11 T T T T T T T T T
00 01 02 03 04 05 06 07 08 09 10
OPD, {(cm)

Figure 7. CO9 resonance in the interferogram.

13



3 1
Temperature Perturbation. Distance = 0 km
9 ] Commercial Aircraft Case ] ==
1
.ﬂ. b I I
o m— [ - —
0 n i i oy =
1 ,| I_I
4 W !
— DN O km
-2 — Distnes § km
DisEnee 10 km
— DisE s 20 km
_3 I ! DisEnes 40 km L] _2 ] I I ! ! ! I ! | I
0 10 20 30 40 50 60 70 B0 650 660 670 680 690 700 710 720 730 740 750
Distance, (km)
1 A -
Distance = 5 km Distance = 10 km
0 ;m 01
= =3
g g
1] 1]
6§50 660 670 680 690 700 710 720 730 740 75( 650 660 670 680 690 700 710 720 730 740 750
1 1
Distance = 20 km Distance = 40 km
o it i 0 -
=3 z 3
g g
i b A ]
-2 ! ! ! -2 r : .

650 660 670 680 690 700 710 720 730 740 750

Wavenumber. icm-1)

650 660 670 680 690 700 710 720 730 740 750
Wavenumber, (cm-1)

Figure 8. Temperature fluctuation and brightness temperature signal.

14



‘— Distance =0 km ‘

0 5 .10 15 20 650 660 670 680 620 700 710 720 730 740 750
Distance km

— Distance=5 km Distance =10 km

AT, K

-1

-1

650 660 670 680 €30 700 710 720 730 740 750 650 660 670 680 630 700 710 720 730 740 750

1 1
—— Distance =20 km Distance =40 km
= o
=0 L A -0
< <

-1 -1

650 660 670 680 690 700 710 720 730 740 750 650 660 670 680 690 700 710 720 730 740 750
Wavenumber, cm- Wavenumber, cm-?

Figure 9. von Kdrmdn case #1 simulation.

15



3
9 5T Von Karman case # 2 — Distance —0 km
0
1
0 1
-1
-2
0 5 10 15 2p 650 660 870 630 890 700 710 720 730 740 750
Distance, km
2 2
‘— Distance=25 km | Distance =10 kKm
1 1
-0 b
-1 -1
650 660 670 680 690 700 710 720 730 740 750 &850 660 670 680 690 700 710 720 730 740 750
2 2
—— Distance =20 km Distance =40 km
1 1
= 0 = 0
g ::
& B e e S e I
-1 -1
850 660 670 680 690 700 710 720 730 740 750 850 660 670 E_ulavu &80 700 710 ?gu 730 740 750

Wavenumber, cm-?

avenumber, cm-

Figure 10. von Karmadn case #2 simulation.

16



3 0.7
Temperziture Perturbation. ¥
5 | Commercial Aircralt Case Distance =0 kn
= -0.8
i
= fi
Zo e = 0.9
= L 5
a f
=1 : \V\
I s
= — Disknes 0 km L
-2 —— DisEnes 5 Em
DisEnce 10 km
—— DisEncs 20 km
3 | | | | DisEnes 40 km 1.1 T T : T T - T . T
0 10 20 30 40 50 &0 70 80 0.0 01 02 03 t}.dop%ﬁma.ﬁ 07 0.8 0.9 1.0
Distance, km 4
0.1 0.3
Distance =5 km Distance =10 km
0.0 1 0.2 -
04 h—-—-— % 0.1 ]
0.2 0.0 |
0.3 T : rrrmree : : T . r -0.1 : T e . T . T ;
0.0 01 02 03 04 05 06 0.7 0.8 0.9 1.0 0.0 01 02 03 04 05 06 0.7 0.8 09 1.0
OPD, cm OPD, cm
01 0.1
Distance = 20 km Distance = 40 km
0.2 - 0.0 {
0.3 1 -0.1 1
0.4 ] 0.2
0.5 -0.3

0.0 01 02 03 04 05 06 0.7 0.8 09 1.0
OPD, cm

0001020304 05 06 07 0.8 09 1.0
PD, cm

Figure 11. Commercial aircraft simulation case.

17



-0.20 T

— Distance =0 km

0.21
0.22
0.23
0.24
0.25

3 | . , 0.26
5 el 8 56 00 01 02 0.3 04,05 06 0.7 08 0.9 1.0

0.0 0.06

o —— Distance =5 km o | Distance —10 km

0.04 u.mé

0.03 0.03

0.02 0.02

0.01 0.01

Y'Y NN N N S S S [ S S S S S N

0.0 0.1 0.2 0.3 0.4 05 0.6 0.7 0.8 0.9 1.0 0.0 0.1 0.2 0.3 0.4 0.5 0.6 0.7 0.8 0.9 1.0
OPD.cm OPN em

0.06 5 0.08

e — Distance —20 km i ‘ Distance —40 km

0.04 0.04

0.03 0.03 :

0.02 0.02

0.01 0.01

0.00 - PN N B O -

0.0 01 02 0.3 0405 06 0.7 0.8 09 1.0
OPD, cm

0.0 01 02030 S5 06 0.7 0.8 0.9 1.0
cﬁ:ﬂ, cm

Figure 12. von Karman case #1 severe turbulence regime.

18



5 8T Von Karman case # 2 —— Distance =0 Km ‘I
1 27
0
-1 -2.8
-2
-3 | I | 29 N

: 5 o B % 0.0 0.1 02 0.3 0.4 0.5 0.6 0.7 0.8 0.9 1.0

Distance. km OPD, cm
-0.1 0.0
|— Distance —5 km‘ Distance =10 km

0.2 | 0.1
0.3 0.2
0.4 0.3

0.0 0.1 02 0.3 0.4 0.5 0.6 0.7 0.8 0.9 1.0 0.0 0.1 02 0.3 0.4 0.5 0.6 0.7 0.8 0.9 1.0

OPD.cm OPD, cm
0.1 0.1
— Distance =20 km| Distance —40 km

0.0 0.0
0.1 .. 0.1
0.2 0.2

0.0 0.1 02 0.3 0.4 0.5 0.6 0.7 0.8 0.9 1.0 0.0 0.1 02 0.3 0.4 0.5 0.6 0.7 0.8 0.9 1.0

OPD. cm OPD. cm

Figure 13. von Karmadn case #2 severe turbulence regime.

19



0.3

0.2

0.1

0.3

0.2

0.1

0.3

0.2

0.1

— H = 9.5 km, Distance =20 km

AlLK

60 680 700 720 740
Wavenumber, cm-1

= H = 4.5 km, Distance= 20 km

Al K

660 680 700 720 740
Wavenum ber, cm-1

—— H=1.5 km, Distance = 20 km |

AT, K
§

M

660 6BO 700 720 740
Wavenumber. cm-!

-0.06

—— H=25.5 km, Distance =20 km

0.07

-0.08

.09

0.10

0.1

.12

00 0102035 04 05 06 07 08 0.8 1.0
OPD, cm

.02

—— H=4.5Kkm, Distance =20 km
0.03

0.04

0.05

0.06

-0.07

-0.08

00 01 02 0.3 04 05 06 0.7 0.8 0.8 1.0
OPD.cm

0.01

—— H=1.5 km, Distance = 20 km

0.01

-0.02

.03

-0.04

0.05

00 0.1 02 0.3 04 0.5 06 0.7 0.8 0.9 1.0
OPD, cm

Figure 14. Variation of spectral radiance and interferogram signal.

20



and the turbulent region. In the turbulent region, water vapor molecules are injected into
the otherwise relatively dry upper troposphere, creating a water vapor anomaly that can be
detected by the FLI in the water-vapor radiant emission spectral regions.

In figure 15, the flight track of the NOAA G-IV Research Aircraft on 6 December 2003
is shown on the left side. This picture shows the location where severe turbulence was
encountered by the NOAA G-IV research aircraft flying in clear air over convection, over
the Atlantic ocean off the northeast coast of the US. The image on the right side is false
color temperature and moisture data from a satellite depicting the conditions during the
flight. The bright red and orange indicate severe convection.
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Figure 15. NOAA G-IV aircraft flight track on 6 December 2003.

Figure 16 is a series of plots of flight data from the NOAA G-IV flight on 6 December
2003. Each plot is a time series of different parameters measured from the research aircraft.
The first three plots are the u (east-west), v (north-south), and w (vertical) components
of wind, followed by temperature, true air speed, and altitude, and finally aircraft heading
and relative humidity. The plots indicate that there is a noticeable fluctuation in relative
humidity at the point of the severe turbulence encounter. As a result, there should also be
a noticeable signal in FLI radiance spectra due to this severe turbulence signature in the
horizontal water vapor distribution.

Figure 17 shows the spectra that would be observed for the G-IV encounter with an FLI
observing the radiance spectrum from 680 - 1600 cm~'. The water vapor signal of turbulence
in the 1300 - 1600 cm~! region is very strong (£ 2 K) as early as At = 0, which is about
150 seconds before the severe turbulence encounter. Moreover, this signal seems to persist
over a relatively large spectral region. This persistence indicates that the spectral resolution
of the FLI will not need to be as high for detecting the water vapor signal associated with
severe turbulence as that required to detect the temperature signal of severe turbulence.
The spectral resolution required for sensing the water vapor signal of turbulence is < 2.5
cm ™!, whereas the spectral resolution required for sensing the temperature signal is < 0.625
em™ L.

4.4 Volcanic Ash

Approximately 60 volcanoes worldwide are active during a typical year, and in the North
Pacific Region of the United States alone, volcanic ash is present an average of 4 days
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a year where most jet aircraft fly [8]. Volcanic ash can cause jet turbine engine failure.
During the time period from 1973 until 2000, about 100 reported incidents occurred where
aircraft encountered volcanic ash [2]. The Geophysical Institute at the University of Alaska
Fairbanks recently completed an extensive study of volcanic activity in the North Pacific.
In this study, 100 years of volcanic eruption data was used to run thousands of PUFF model
simulations of eruptions of volcanoes in the area [9].! The result was a reliable set of average
data describing trends in ash migration from Northern Pacific volcanoes. They found that
only 35% of volcanic eruptions in that area over the past 100 years caused ash to reach
above 8 km or about 26,250 feet [10].

An Australian company, Tenix Pty Ltd, holds the patent on an airborne passive IR
radiometer originally developed by Dr. Fred Prata when he was employed by the Com-
monwealth Scientific and Industrial Research Organisation (CSIRO) located in Melbourne,
Australia.? The system, named the Airborne Hazards Detection System (AHDS) uses a
two-band detection technique similar to satellite detection techniques for volcanic ash.

In the study reported here, investigations have been conducted into means to detect
the distance and warning time for an aircraft encounter with a volcanic ash cloud using
window region spectral radiance emission observations. The spectral resolution, range, and
instrument noise requirements have been defined for an FLI to be used to detect a volcanic
ash cloud and to determine its distance from the aircraft (i.e., warning time). Two different
algorithms for determining the distance to an aerosol cloud were examined. The algorithms
are the “COy Slicing” technique and the ratio of “window” cloud radiance relative to the
clear air.

4.4.1 “CO; Slicing” Technique

The “COq Slicing” technique expresses the distance to an object in terms of the optical
depth of CO3 between the sensor and the object. COs is a uniformly mixed gas so the
optical depth is proportional to the distance between the sensor and the emitting object.
The optical depth, f, and therefore distance, is determined from equation 4.

cloud clear
= Riloud — Rilear (4)
Reloud _ Re

where R§°%? is cloud affected COy channel radiance, RS!?" is the clear air COy channel
radiance, R$!°“? is cloud affected window channel radiance, R{*®" is the window channel
radiance.

In this preliminary study, the ash cloud was assumed to have a thickness of 100 km and
an optical depth of unity. The distance predictor (ratio of CO2 channel radiance to window
channel radiance) was produced for cloud distances of 0, 5, 10, 20, 40, and 80 km from the
aircraft FLI. Figure 18 is a plot of the ratio of carbon dioxide to window channel radiance,
relative to clear air, as a function of cloud distance for aircraft altitudes of 1.5, 4.5, and 9.5
km. The plot shows the result where the 791.8 cm™' Q-branch is used as the CO, channel
and 960 - 964 cm ™! is used as the “window” reference. There is little sensitivity to cloud
distance except at 1.5 km and for the unapodized (i.e., full spectral resolution) radiance.
This result implies that the CO2 channel used for the process is too transparent (i.e., optical
depth of CO4 between the instrument and the cloud is too close to zero) to be useful for the
cloud distance determination. As a consequence, more opaque CO; regions should be used
to determine the distance between the FLI and the ash cloud.

The detection of aerosols (such as volcanic ash) with a moderate spectral resolution
interferometer is made possible by a unique spectral signature that an aerosol produces

f

IPUFF is a model that simulates the movement of airborne volcanic ash in near real-time when an
eruption has occurred.
2Dr. Prata is currently employed at the Norwegian Institute for Air Research.
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Figure 18. The ratio of carbon dioxide to window channel radiance.

in the window region relative to the spectral signature due to water droplets or ice crystal
clouds, shown in Figure 19. This figure shows radiance spectra within the 11 - 12 ym window
region for a downward viewing spectrometer calculated for two different aerosol particle sizes.
The aerosol signature is the negative slope in the radiance distribution between 11 and 11.5
pm where the absorption decreases with increasing wavelength. For water and ice clouds,
and for water vapor, the absorption increases significantly with wavelength in this same
spectral region. Thus, the existence of aerosols should be easily detected from a spectral
radiance emission spectrum as would be observed with an FLI.

The optical depth spectrum of volcanic ash is shown in Figure 20, which has a total
optical depth of unity at 1100 cm™!. The radiance and brightness temperature spectra that
the FLI would observe at 1.5 km, 4.5 km, and 9.5 km with and without such an ash cloud
are shown in Figure 21, assuming the aircraft is at a distance of 100 km from the ash cloud.
It can be seen that the volcanic ash absorption alters the spectral distribution of radiance
quite dramatically in the 800 - 1200 cm~! spectral region, making the existence of a volcanic
ash cloud easily detectable when the aircraft is flying above two kilometers in altitude. Near
the surface (e.g., at the 1.5 km altitude), there is strong absorption by water vapor that
tends to mask the aerosol spectral signature. In principle, the absolute magnitude of the
radiance observed within the 800 - 1200 cm ™! spectral region should be proportional to the
concentration of atmospheric aerosol ahead of the aircraft, whereas the amplitude of the CO5
lines near 795 cm ™!, as well as the relative amplitude of the water vapor lines throughout
the window region, should be indicative of how distant the volcanic ash cloud is from the
aircraft. That is, the closer the aerosol layer is to the aircraft, the weaker the amplitude of
the CO5 and water vapor emission spikes seen in the spectral distribution of radiance. The
absolute distance can probably be calculated using the same COs slicing technique used to
determine cloud altitude from satellite spectral radiance measurements [11].

25



B

B

B

4
a

T

AT f

Ty

e

ey m j

B R |

_x'w"-:w*lr‘rfn“n'u'r I,'\T"u'ﬂ' m"l
i

f

[

N

i

bemalt u 853

O Ny

|
Wi

b

M;

B D=1 |”2 Hm
|
i B
Dcl’ o
kCARTA+IDISORT, " N Gtk
resolution=0{0025 cnr nGatve W
L) o 2 oo 4

idaq eapdo

Figure 19. Aerosol particle radiance spectra within the 11 - 12 pym window region.
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Figure 20. Volcanic ash optical depth spectrum.
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Figure 22 shows the difference between the radiant brightness temperature spectra ob-
served with and without a volcanic ash cloud atmospheric brightness temperature minus the
clean atmospheric brightness temperature within the FLI instrument’s field of view. For
this situation, where the aircraft is 100 km distant from a relatively thin (i.e., the maximum
spectral optical depth is unity) volcanic ash cloud there is still a very large volcanic aerosol
signal in the FLI brightness temperature difference spectrum, being in excess of 50 K near
10.5 and 11.5 pum. Notice that the relative amplitude near the wavenumbers of 950 cm ™!
and 1100 cm ™! reverses between high and low aircraft altitudes. This reversal in brightness
temperature difference is due to the strong decrease in water vapor emission with increas-
ing altitude at 950 cm ™!, relative to 1100 cm™!, where it is relatively small and therefore
much less dependent upon altitude. At 1100 cm ™!, the brightness temperature dependence
with altitude is more closely related to the volcanic ash emission profile, or volcanic aerosol
concentration, since the volcanic ash optical depth is a maximum at this wavenumber (see
Figure 20). There may be valuable information on the distance of the aircraft from the
aerosol layer in the relative amplitudes in the brightness temperature signals at 950 cm ™!
and 1100 cm™!, since the water vapor emission at 950 cm™! should increase, relative to
1100 cm ™!, with increasing distance from the aerosol layer.
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Figure 22. Difference in radiant brightness temperatures.

Figure 23 show differences in brightness temperature spectra when the ash cloud is
located at distance L from the aircraft (L = 5, 10, 20, 40, and 60 km) in comparison with
the corresponding brightness spectrum when L. = 0 km. Ash cloud parameters: thickness
along the viewing path is 20 km, maximum optical depth for the whole cloud is 0.2 at A =9
pm. The total amplitude of the brightness temperature differences here and their large-scale
shape are clear indicators of the ash cloud presence ahead of an aircraft. They can be used
to retrieve the optical depth of the cloud (i.e., concentration of aerosol particles). At the
same time, the amplitudes of the H,O, COg, and Os lines, visible in 750 - 1300 cm ™! range,

28



carry information about distance to the cloud, because they depend on the total air mass
between an aircraft and an ash cloud. The farther the ash cloud is from the aircraft, the
greater the amplitude of the molecular spectral lines.

BT(L) — BT (L=0): Altitude = 1.5 km BT(L) — BT(L=0): ANtitude =4.5 kKm
0.0 | . 0.0 -
9.2 @Eiwi 02 4
4.4 .94 1
x.d.t - 0.6
508 — Al b '3 08 | — L=5km
= | — i
12 o 42 | — -
1.4 a4 ]
700 800 900 |mm?;iy?a 1400 1500 1600 s 1%%“;4’? e e

BT(L) - BT(L=0): ARitude =9.5 km

700 800 9S00 1000 1100 1200 1300 1400 1500 1600
Wausnumber, (em” )

Figure 23. Difference in radiant brightness temperature spectra at a distance.

4.4.2 “Window” Channel Technique

The second method for determining ash cloud distance involves simply using the ratio of
“window” cloud radiance relative to the clear air radiance to determine the ash cloud dis-
tance from the aircraft at altitudes of 1.5, 4.5, and 9.5 km. The technique is based on the
fact that, because of the curvature of the atmosphere, the altitude of an object viewed along
a straight-line path will vary with its distance from the instrument. Also, an ash cloud
observed along the viewed path will raise the radiance that would otherwise be observed for
a cloud-free path to the cold space background, since the ash cloud radiance is a function
of both its temperature and its optical depth. Thus, assuming an opaque cloud, the radi-
ance will be a function of its altitude, and therefore distance from the aircraft instrument,
because of the atmospheric temperature dependence on altitude.

Figure 24 is a series of plots of the “window” cloud radiance relative to the clear air
radiance as a function of aerosol distance from the aircraft. Equation 5, is used to compute
the cloud radiance ratio, which shows a very strong distance signal in this measurement.
To implement this technique, however, a table of this window channel ratio as a function of
cloud distance for different standard atmospheric conditions and different cloud altitudes is
required. A correction for the deviation of the actual atmospheric condition from the stan-
dard atmosphere could be estimated from the actual temperature and humidity measured
at the aircraft. The process would be similar to estimating the surface pressure needed to
obtain an altimeter setting for a particular aircraft in flight.
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4.5 Low Slant Range Visibility

One of the major hazards to safe flight is poor visibility during the landing portion of the
aircraft flight. This condition is particularly true for commuter, business, cargo, and private
aircraft, which use uncontrolled airports and which may not have precision approach capa-
bilities such as an Instrument Landing System (ILS), Microwave Landing System (MLS), or
Global Positioning System (GPS). At uncontrolled airports, there may be other obstacles
(e.g., other aircraft) on the runway, which may not be seen by the pilot during a landing
approach when Instrument Meteorological Conditions (IMC) exist due to poor visibility.

An FLI imaging spectrometer can be used to observe the scene ahead of and below
the aircraft from multi-spectral images of the radiance spectrum emitted by these scenes.
Because the optical depth of the atmosphere between the scene and the aircraft produces
unique signatures in the radiance spectrum observed for each pixel of an imaging FLI, the
effect of the absorbing atmospheric constituents (e.g., water vapor and aerosol) on the scene
radiance can be corrected, thereby providing the pilot with enhanced imagery of the scene
conditions ahead of the aircraft.

The algorithm most suitable for implementing these corrections in a real-time fashion
is called “EOF Regression” or “PC Regression” [12], [13], [14], [15]. In this technique, the
radiance spectrum is represented by a small number of Empirical Orthogonal Functions
(EOFs), or Principle Components (PCs), which represent the information content of the
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radiance spectrum in terms of a small number of statistically independent amplitudes, or
PC scores, of the radiance spectrum representation functions (i.e., the EOFs or PCs). By
definition, the EOFs, or PCs, are statistically optimal in the sense that no other set of
spectral functions can be used to represent the observed radiance spectra with as small a
number of independent variables (i.e., the EOF amplitudes or PC scores). Thus, EOF or
PC expansions provide the most efficient representation of any particular spectral radiance
data set.

The algorithm to produce an enhanced, or clear, image of the background from the FLI
imaging spectrometer data involves predicting for each detector array pixel the background
scene temperature from the spectral radiance distribution observed by that detector element.
The prediction equation takes the form of a linear regression equation where the predictand
is the background surface temperature and the predictors are the amplitudes, or PC scores,
of the first few EOF's, or PCs, used to represent the observed radiance spectrum. As will
be seen, only three or four functions, depending on spectral resolution, are required to fit
the window region spectrum used to infer the surface background temperature.

The EOFs and coefficients of the prediction regression equations are obtained from
a large statistical sample of FLI radiance spectra simulated for a variety of surface air
temperature, surface skin temperature, aerosol, and surface visibility conditions using the
LBLRTM described earlier in this report. As is common practice in the use of EOFs for
remote sensing [16], the Eigenvectors are computed without the addition of noise to the
simulated spectra. However, regression equation coefficients are derived using EOF ampli-
tudes obtained from radiance spectra with random noise added at a level expected to exist
for actual observations. A detailed mathematical description of the algorithm is provided
below.

The algorithm is based on Principal Component Analysis (PCA) of IR spectra obtained
for slant viewing of the ground from an aircraft. To predict the temperature of a ground
object, the following regression scheme is used

T,=To+7 P (6)

where where Tj is the surface air temperature, 7 is the vector of decomposing coefficients
(PC-scores) for a given measured spectrum, R(v), on some pre-calculated basis of Empirical
Orthogonal Functions (EOF), {E;}, and P is a vector of predicting coefficients.

7 = R(v) - Ei(v) (7)

where the subscript, i, refers to the EOF or PC number. F;(v) and P are calculated from
the specially-designed training set of spectra.

LBLRTM was used to generate the basic set of spectra, R(v,Tp), for a given atmospheric
model (the US standard atmosphere), the geometry of observations (altitude h and zenith
angle « of the viewed scene), for nominal ground temperature Ty, and for different models
of aerosol loading (urban and rural aerosols) with visibilities of 5, 4, 3, and 2 km (i.e., 8
cases total).

To recalculate the spectra for another possible ground surface temperature, T, the
following equation was used:

R(”? T@) = R(Va TO) + T(V) : [B(Vv Ts) - B(Vv TO)] (8)

where 7(v) is total transmittance of the atmosphere for a given aerosol model, and B is the
Planck function.

For each of 11 basic ground temperatures selected in one degree increments between the
nominal ground temperature, plus and minus five degrees (i.e., Ts =Ty — 5 K, ..., Ty, ...,
To + 5 K ), 100 Gaussian random ground temperatures (with mean = T and o = 0.5 K)
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were generated, and then corresponding spectra were computed using equation (8). Thus,
the full training set has 8800 spectra [i.e., N = 8800 = (2 aerosol models) x (4 visibilities)
x (11 basic ) x (100 random perturbations of each ground temperature)] each spectrum
having a different ground temperature and a varying aerosol loading.

Figure 25 shows 16 example FLI spectra computed for a spectral resolution of 2.5 cm™
for a ground temperature equal to the surface air temperature of 288.2 K. Brightness temper-
ature spectra, computed for the US Standard atmosphere for four different aerosol models
(urban aerosol, rural aerosol, tropospheric extinction, and radiation fog) and four different
visibilities (5 km, 4 km, 3 km, and 2 km) are shown in the figure. The aircraft altitude
is 1.22 km and the instrument is viewing the ground at an angle of 20 ° below the horizon
(atmospheric path between the aircraft and the surface is 3.6 km). There are four different
extinction models (tropospheric extinction, urban aerosol, rural aerosol, and radiation fog)
and four different surface visibilities (5, 4, 3, and 2 km) assumed for these calculations. The
red spectrum represents the mean of the sixteen different spectra. It can be seen that the
discrepancy between the observed brightness temperature and the ground temperature is
related to the amplitude of the spectral structure across the window region: the larger the
attenuation, the smaller the spectral structure when the ground temperature is equal to
the surface air temperature. Also, different types of absorbers possess different broad-scale
spectral shapes. Note that radiation fog, represented by the bottom four curves in the
figure, has a distinct maximum brightness temperature (i.e., minimum extinction) near 10
pm (1000 em™1) while the aerosol models tend to have numerous brightness temperature
maxima across the band.
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Figure 25. Brightness temperature spectra, at 2.5 cm ™! spectral resolution.
Figure 26 shows the FLI brightness temperature spectra for a rural extinction aerosol

for 11 different ground temperatures ranging between 270 K and 310 K. The surface air
temperature is 288.2 K and the surface visibility is 3 km. The aircraft altitude is 1.22 km and
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the view angle is 20 ° below the horizon. Figure 26 is presented to illustrate the dependence
of the spectral variability on the discrepancy between ground temperature and the surface
air temperature. As can be seen, the larger the discrepancy between the surface air and
ground temperatures, the greater the spectral variability of the FLI window spectrum. Also
note that the absorption line features flip when the sense of the difference between the
ground and air temperature changes. It is both the large scale and small-scale spectral
features of the FLI spectra that relate the observed brightness temperature to the actual
ground temperature, thus enabling the correction of FLI brightness temperature imagery
for the attenuation by the intervening atmosphere.
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Figure 26. FLI brightness temperature spectra for a rural extinction aerosol.

Empirical Orthogonal Functions: The training spectral radiance data set described
above is used to calculate a mean spectrum

Ro(v) = 5 3 RalT3) ©)

and a statistical covariance matrix

N
covi; = 1 S O[B(w) — Ro()] - [Ra(w) — Ro(v;)] (10)

n=1

where N is the number of radiance spectra in the training data set. A set of empirical
orthogonal functions {E; } is calculated as eigenvectors of the covariance matrix, cov, ordered
in decreasing magnitude of the eigenvalues.
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Figure 27 shows the FLI brightness temperature eigenvectors, for a spectral resolution
of 2.5 ecm™!, computed from a sample of 4400 urban aerosol and ground temperature con-
ditions, assuming the US Standard Atmosphere. The eigenvectors are computed for an
aircraft altitude of 1.22 km and a view angle of 20 degrees below the horizon. The spectral
resolution is 2.5 cm~!. As can be seen the different eigenvectors portray different degrees
of spectral variability. Thus, the amplitudes of these EOFs (i.e., the r;’s of equation (7),
above), carry the information regarding the magnitude of the spectral variability of the
observed brightness temperature spectra.
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Figure 27. FLI brightness temperature spectra for urban aerosol conditions.

Figure 28 shows the eigenvalues, A, (the sum of which is the total variance) associated
with the eigenvector representation of 8800 radiance spectra computed for both rural and
urban aerosol conditions. The surface visibility ranges between 2 and 5 km and the ground
temperature ranges between £ 5 K of the nominal surface air temperature of 288.2 K.

The results are shown for both the 2.5 cm™! and 0.6 cm ™! spectral resolutions considered
in this study. Note that the square root of A is plotted on a logarithmic scale in order to
differentiate the two curves for the higher order EOFs. There is additional information
content for the higher spectral resolution, which increases with increasing EOF number. It
is noted that even though nearly twice as many EOFs are needed to explain all the variance
of the high resolution spectra, as compared to the lower resolution spectra, the absolute
magnitude of the residual variance is relatively small for EOF numbers beyond three.

Vector of prediction regression coefficients P: Having the basis of empirical orthogonal
functions, the matrix C' = |¢; ;| can be calculated, where ¢; ; are PC-scores for all spectra
from the training data set; that is,

34



tes1 |

- —s— Urban+Rural: Av= 2.5 c”’ .

T1e+0 & -1 q

E —*— Urban+Rural: Av= 0.6 cm E

= fe1 | ]
< F ]
2 te-2 ]
o £ k
i a .
1e-3 = E|
le4 | ]
1e5 | | . . _ ]

0 5 10 15 20 25 30

EOF number

Figure 28. Eigenvalues of a matrix of the statistical covariance.

Cij = Rl . Ej (11)

where ¢ refers to the training data set sample number and j refers to EOF number.
The elements of prediction vector P = {p;} are computed by solving the system of linear
equations ¢; j - p; = 1; — Tp, or in matrix form

CP = AT. (12)

Because equation (12) is an over-determined system of equations (i.e., more equations
than unknowns), a least squares solution minimizes the sum of the squares of the differences
between the actual ground temperatures and predicted ones. Thus, solving for that P for
which (AT — CP)T (AT — CP) = min., the least squares solution is

P=(CTC)"'CTAT. (13)

The solution is conditioned with respect to instrument noise amplification by adding
Gaussian random noise, with standard deviation, o, equal to the expected measurement
noise, to each radiance measurement in the training data set before calculating the matrix
C using equation (11).

Figure 29 shows the root-mean-square error of predicted surface temperature for 8800
spectra simulated for urban and rural aerosol conditions with surface visibilities ranging
between 2 and 5 km and surface temperatures ranging between 283 and 293 K, for Stan-
dard Atmospheric conditions with a surface air temperature of 288.2 K. The results for
four different FLI instrumental noise levels are shown. The number of EOFs required to
predict the background temperature is four, or less, depending on spectral resolution and
instrumental noise. This result is important in that it should be easy to perform a simple
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two, three, or even four eigenvector regression estimate of surface temperature for every
pixel of an imaging interferometer in real time aboard the aircraft. It can also be seen that
for realistic noise levels of 0.3 K, the background temperature can be estimated with an
accuracy close to 0.5 K, which is only slightly poorer than the brightness temperature noise
level. Scene contrasts on the order of a one half of a degree, or more, should be easily seen
in the atmospheric-extinction-corrected FLI imagery.
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Figure 29. Root mean square error of predicted surface temperature.

Figure 30 shows, for a spectral resolution of 2.5 cm™!, the dependence of predicted
ground temperature accuracy on the surface visibility condition. The dependence of the
accuracy on surface visibility decreases with increasing number of eigenvector amplitude
predictors used for the extinction correction process; however, the residual dependence is
strongly a function of instrument brightness temperature measurement noise level. If the
instrument noise level can be maintained at a level near 0.1 K, then accuracies better than
0.3 K can be achieved, even under Low Instrument Flight Rules (LIFR) flight conditions
(e.g., visibility < 2 km).

FLI imagery simulations Regression prediction equations were specified to correct
simulated FLI imagery for atmospheric extinction. Table 1 is a summary of the various ob-
serving conditions used for the simulations conducted to determine the radiance eigenvectors
and regression equation prediction coefficients. Ranges of values for some parameters are
listed.
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Table 1. FLI INSTRUMENT ATMOSPHERIC/SURFACE SIMULATION VALUES

’ Parameter

|

Values

Wavenumber range

800 - 1200 cm !

Wavenumber resolution

2.5 /0.6 cm~! (low/high)

Atmospheric profiles

US Standard Atmosphere

Aecrosol Models

LBLRTM Urban Aerosol and Rural Aerosol

Surface visibility

5.0, 4.0, 3.0, and 2 km

Surface air temperature (7p)

288.2 K

Ground temperature (7,)

283.2 to 293.2 K in increments of
1 +e with o(¢) = 0.5 K

Aircraft Altitudes (h)

h = 4000 ft. (~1.22 km) and h = 1000 ft. (~0.3 km)

Zenith angle of observations

a =110°(—20° to horizon)

Slant range to the ground target

~ 3.6 km for h = 4000ft.; ~ 0.9 km for h = 1000ft.

Number of predictors

4

Brightness temperature noise

o(e) = 0.1, 0.3, and 1.0 K
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Figures 31 through 35 show imagery created from the FLI’s most transparent channel
brightness temperature and EOF regression predicted background temperature for a variety
of atmospheric visibility, instrument noise level, and aircraft altitude conditions. The scene
is composed of three radiating target temperatures, grass, a concrete runway, and a vehicle
on the runway, their temperatures indicated in the figure legends. These radiating tempera-
tures might represent a night-time condition where the runway is radiatively cooler than the
surrounding grass. The radiating temperature difference might result from the difference in
the infrared emissivity of the concrete (or asphalt) and/or the more rapid infrared cooling of
the runway surface at night than the surrounding grass-covered dirt. The opposite temper-
ature differential between the runway and the surrounding turf might be expected to occur
during the day when the surface is illuminated by the sun. As simulated, one would expect
contrast between a vehicle, or other object, on the runway due to its different thermal and
emissivity properties from those for the runway on which it is positioned.

The EOF-regression-predicted background imagery does a remarkable job of enhancing
the contrast between the runway and a possible obstruction on it. As expected, slightly
better results are obtained at high spectral resolution, particularly for high noise measure-
ment conditions. However, considering the fact that the measurement noise level of a 2.5
cm ™! FLI should be smaller than that for a 0.6 cm™! resolution FLI (a factor of ~2 for the
same Michelson mirror scan rate) and the fact that the refresh rate would be improved by
a factor of 4 as a result of the shorter interferogram length, the 2.5 cm ™! FLI system is pre-
ferred for this particular application. Further investigations into the dependence of the FLI
slant range imagery on spectral resolution might reveal that even poorer spectral resolution
(shorter interferogram scan time) measurements would be sufficient, thereby enabling even
more continuous imagery than is possible with the higher spectral resolution system. The
EOF regression algorithm works remarkably well and has the ability to retrieve very clear
scene condition imagery under very low visibility conditions, even over large slant ranges.
This result indicates that an FLI imaging spectrometer would be extremely useful in the
cockpit to assist the pilot in seeing hazardous obstructions along the flight path and for
enabling visual landings under low visibility conditions.

Figure 31 is a comparison between most transparent channel brightness temperature
imagery with EOF regression enhanced imagery for an aircraft altitude of 4000 ft (slant
range equal to 3.6 km), and instrument noise level of 0.1 K, and surface visibility of 1 km
(~ 0.6 mi) for 0.6 cm~* and 2.5 cm~! spectral resolutions. The scene is composed of three
radiating target temperatures, grass at a temperature of 288 K, a concrete runway at a
temperature of 286 K, and a vehicle on the runway with a temperature of 290 K.

Figure 32 is a comparison between most transparent channel brightness temperature
imagery with EOF regression enhanced imagery for an aircraft altitude of 1000 ft (slant
range equal to 0.8 km), and instrument noise level of 0.3 K, and surface visibility of 0.25
km (~ 0.16 mi) for 0.6 cm~! and 2.5 cm~! spectral resolutions. The scene is composed of
three radiating target temperatures, grass at a temperature of 288 K, a concrete runway at
a temperature of 287 K, and a vehicle on the runway with a temperature of 289 K.

Figure 33 is a comparison between most transparent channel brightness temperature
imagery with EOF regression enhanced imagery for an aircraft altitude of 1000 ft (slant
range equal to 0.8 km), and instrument noise level of 1.0 K, and surface visibility of 0.25
km (~ 0.16 mi) for 0.6 cm~! and 2.5 cm~! spectral resolutions. The scene is composed of
three radiating target temperatures, grass at a temperature of 288 K, a concrete runway at
a temperature of 286 K, and a vehicle on the runway with a temperature of 290 K.

Shown in figure 34 is a comparison between most transparent channel brightness tem-
perature imagery with EOF regression enhanced imagery for an aircraft altitude of 1000 ft
(slant range equal to 0.8 km), and instrument noise level of 1.0 K, and surface visibility of
0.5 km (~ 0.32 mi) for 0.6 cm~! and 2.5 cm™! spectral resolutions. The scene is composed
of three radiating target temperatures, grass at a temperature of 288 K, a concrete runway
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Figure 31. Visibility = 1 km, slant range = 3.6 km, noise level = 0.1 K.
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Figure 32. Visibility = 0.25 km, slant range = 0.8 km, noise level = 0.3 K.
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Figure 33. Visibility = 0.25 km, slant range = 0.8 km, noise level = 1.0 K.
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Figure 34. Visibility = 0.5 km, slant range = 0.8 km, noise level = 1.0 K.
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at a temperature of 287 K, and a vehicle on the runway with a temperature of 289 K.
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Figure 35. FLI settings from figure 33 but targets at higher temperatures.

Figure 35 is a comparison between most transparent channel brightness temperature
imagery with EOF regression enhanced imagery for an aircraft altitude of 1000 ft (slant
range equal to 0.8 km), and instrument noise level of 1.0 K, and surface visibility of 0.25
km (~ 0.16 mi) for 0.6 cm~! and 2.5 cm~! spectral resolutions. The scene is composed of
three radiating target temperatures, grass at a temperature of 288 K, a concrete runway at
a temperature of 287 K, and a vehicle on the runway with a temperature of 289 K.

Based on these sensitivity studies, an imaging FLI spectrometer is very useful for pro-
viding enhanced vision in the cockpit of an aircraft. The imagery can be greatly enhanced
using a multi-spectral processing algorithm which retrieves the background scene temper-
ature distribution from the observed radiance spectra. The algorithm is a simple linear
operator and therefore could be implemented for the provision of real-time cockpit displays
of enhanced vision of the scene ahead of the aircraft.

The algorithm was demonstrated under a restricted set of aircraft altitude and atmo-
spheric conditions. Much more work needs to be performed to demonstrate the robustness of
the algorithm and to define the actual measurement and display characteristics of a practical
image enhancement system.
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5 Characterization Studies of Other Hazards

Characterization studies have been performed to determine the possibility of detection of
wake vortices, dry wind shear, and icing by an FLI instrument. Hazard phenomenology has
been investigated that supports detection by an FLI sensor, such as temperature and water
vapor content that were crucial to the sensitivity studies. In addition, other phenomenology,
such as exhaust gas constituents and the optical properties of liquid water and ice, were
examined as a further means of detection with an FLI.

5.1 Wake Vortex

The possibility of detecting wake vortices with an imaging FLI instrument has been inves-
tigated. A study of the temperature structure, time evolution, and exhaust entrainment in
wake vortices was conducted so that the likelihood of detection with an FLI system could
be determined. To prevent hazardous wake turbulence encounters between aircraft, airports
operate with the Instrument Flight Rules (IFR) longitudinal spacing requirement. The spac-
ing requirement is based on factors such as the geometry of the airspace and runways and the
size of the aircraft involved. Through the Aircraft Wake VOrtex Spacing System (AVOSS)
project, NASA set the goal of demonstrating a technology that could provide aircraft with
real-time wake avoidance information, thereby allowing a greater capacity of aircraft land-
ings by reducing the longitudinal spacing requirement. AVOSS focused on vortices created
during takeoff and landing [17].

There are several models available that describe the vorticity, shape, size and tempera-
ture profiles of wake vortices created by aircraft. Temperature changes and water concentra-
tions are based on the properties of fluid dynamics. Because of the interest in condensation
trail (contrail) cloud formation and the effects on global climate, most of the data on exhaust
entrainment is taken at or modeled for cruise altitudes. However, much of the information
that is gathered during the study of contrails is relevant to wake vortices near the ground
as well.

There are four phases of contrail evolution which include Jet, Vortex, Dissipation, and
Diffusion. The Jet stage lasts 1-20 s; the Vortex phase lasts 20-100 s; the Dissipation phase
lasts 100-1000 s; and the Diffusion phase can last hours.®> During the Jet phase, aircraft
engine exhaust material is entrained in the vortices. During the Vortex phase, the vortices
descend due to mutual induction [20], [18]. This study focuses on the Jet and Vortex phases
as the two most relevant for vortices that affect runway spacing requirements, though some
vortices can last several minutes in the runway environment.

When a vortex is formed, the air in the core expands so that there is a pressure differ-
ential across the swirling air. The pressure differential provides the centripetal force that is
required to keep the air in circular motion. Therefore, the air in the core is cooled by an ini-
tial adiabatic expansion. The temperature at the core of a wake vortex is typically 6 —7°C
cooler than the ambient air. However, this temperature differential depends strongly on the
core size [21].

There have been several studies conducted that measured temperature drops in the
vortices of an aircraft. Using anemometers, Hallock et al. often measured a 1°C decrease in
temperature in vortices in a study at Frankfurt/Main International Airport [22]. Adamson
and Morrison used a scanning multi-band radiometer in 1991 to make low-resolution images
of wake vortices, using a two-band differential signal processing technique to maximize the

3There is some disagreement here on whether there are three or four phases, and what the timescales
are. We have chosen to use the definitions outlined by Paugam et al. (2006) [18] but the definitions in
reference [19] are similar. They define three regions of interest: jet, vortex, and plume dispersion. The time
scales associated with these regimes are 0-10 s for the jet, 10-100 s for the vortex, and 100 s to tens of hours
for plume dispersion.
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system’s response at a desired range. The vortex signature was normally a cold infrared wake
at —2 to —3°C below ambient, although the DC-10 produced a temperature difference of
—7°C on one occasion [23]. It should be noted that both Hallock and Adamson measured
one incident where the vortex registered a warmer core, rather than a cooler core. As
another example, Baumgardner et al. took measurements by penetrating the contrails of
a Lear 35 during seven flight tests to evaluate the temperature, water vapor content, and
velocity structure of the contrails and compare the measurements to the Aerodyne wake
vortex model.* They found that the increase in temperature at 500 m from the aircraft
exhaust release point is 0.6 °C, and the increase in water vapor content was 8 ppmv. The
measurements verified their temperature models, but showed that their models produced
higher than actual values for the water vapor content [24]. Even with these studies, a lack
of data still exists due to the variance in the size of aircraft and meteorological conditions.

As the vortex ages, it weakens and decays. Vortex decay has been modeled by several
researchers, including Greene, Sarpkaya, and Holzapfel, with the latest model accounting
for conditions such as wind, turbulence, and proximity to the ground [25], [26], [27]. During
decay, the core size stays the same, which means that the core pressure increases, caus-
ing adiabatic heating, so the temperature differential becomes smaller. In addition, the
whole two-vortex system sinks toward the ground as time goes on. This sinking also causes
adiabatic heating [21]. At ground level, vortex motion and decay are very dependent on
meteorological conditions, as well as the aircraft type and position.

Figure 36 is an image of a vortex created by an aircraft that can be seen due to a smoke
injection system [28]. It is apparent from the image that there is a central core of the
vortex that is surrounded by swirling air. Aircraft engine exhaust gasses are entrained in
the circulating air, but not in the core of the vortex. Contrails also show this phenomenon.
The concentrations of exhaust particles in the vortex will be higher than that of the ambient
air [19].

The fraction of the exhaust that gets entrained depends on whether the engines are on
the wings or on the aircraft body. F. Garnier et al. analyzed the entrainment processes
of aircraft engine exhaust within the wake vortex generated by the aircraft using modeling
and simulation of a two-engine Airbus 330 and a four-engine Boeing 747. The investigation
focused on a thirty-second timescale including the Jet and part of the Vortex phases of the
wake vortex. The investigation found that entrainment rate is affected by many parameters
including the jet engine location, which affects the early wake in the Jet stage, and the
buoyancy effect in the Vortex phase after entrainment has occurred. Once entrained, the
exhaust concentration is variable within the contrail due to stretching and distortion, as
well as the descent of the vortex [20]. Even at the Dissipation phase, particle concentrations
are still highly elevated over background levels of ambient species, but they are now at
temperature and pressure conditions of the background atmosphere [19].

Aircraft engine exhaust consists of several species that have identifiable signatures. A
report published by the US Environmental Protection Agency (EPA) in 1999, which eval-
uated the impact of ground-level aircraft emissions generated during takeoff and landing
on ten US cities, found that volatile organic compounds (VOCs), CO, NO,, particulate
matter (PM), and SO; are the five most significant species emitted from commercial jet
aircraft that affect local air quality. During idling and taxiing when engines are operating
at low power, VOCs and CO emission rates are highest. The highest rates of NO, and PM
emissions occur during takeoff and climb-out. NO, emissions rise with an increase in the
operational power of the engine, and PM emissions rise due to the incomplete combustion of
fuel during those same operational periods. During general combustion of fuel that contains
sulfur, SO2 emissions are created [29]. Another publication lists major species as HoO, COg,
CO, and NO, and minor species as HySOy4, and HNO3. [20].

4This study was funded by the NASA High Speed Research Program.
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Figure 36. Example of red-colored smoke entrained in wake of aircraft.

Note that the Civil Aviation Authority in the United Kingdom hosts a website that
provides access to the Council of the International Civil Aviation Organization’s (ICAO)
Engine Exhaust Emissions Databank of aircraft engines that have entered production. En-
gines are sorted by engine manufacturers such as Pratt & Whitney Aircraft Group and
General Electric, and each manufacturer has a listing and corresponding datasheet of the

various engines in production. The emissions quantified are unburned hydrocarbons (HC),
CO, and NO, [30].

5.2 Dry Wind Shear

In 1986, NASA and the FAA jointly set a timetable for developing and demonstrating a
solution to the aviation hazard that was responsible for more than half of the US commercial
aviation fatalities of the previous decade: wind shear. Several detection technologies were
investigated, including radar, Doppler lidar, and infrared radiometry. During the course of
this effort, five NASA - FAA wind shear conferences were held, with the most recent one in
September, 1993.

During the wind shear research effort, passive infrared (IR) detection was studied exten-
sively by H. P. Adamson, who founded the Turbulence Prediction System (TPS) company to
commercialize his infrared Advance Warning Airborne Sensors (AWAS) [28] [29]. By 1988,
Adamson had already planned a development program including extensive in-service evalua-
tion of a radiometric hazard detection system on commercial airline flights, integration with
other avionic systems, pilot training, and FAA certification [30]. Much of Adamson’s work
is described in the proceedings of the NASA - FAA wind shear conferences, and additional
information is given in Appendix B of this report.

The term dry wind shear is used here to mean low level wind shear caused by downdrafts,
as illustrated in Figure 37 [31]. The physical basis for radiometric detection of such wind
shear is the atmosphere’s temperature lapse rate, which causes air at higher altitude to be
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colder. When the cold air is brought to lower altitudes by a downdraft, a large temperature
anomaly is created.

Figure 37. Dry wind shear detection illustration from Adamson.

5.3 Icing

Ice and liquid water have very different optical properties in the infrared molecular “window”
region of the spectrum between 10 and 12 um. As a result, it will be possible to use the
FLI instrument to diagnose the existence of supercooled liquid water in clouds (i.e., detect
water droplets at sub-freezing temperatures that causes airframe icing) and to discriminate
between ice and water on surfaces, such as runways. The temperature of the cloud can be
observed as the brightness temperature measured with the FLI near 12 ym, where the cloud
emissivity is a maximum, or assumed to be close to the outside air temperature observed
independently by the aircraft measurement system. Figures 38 and 39 show that the real
(reflection) and imaginary (absorption) parts of the index of refraction for water and ice
differ greatly in the range of infrared wavelengths where atmospheric molecular absorption
is a minimum (i.e., the molecular absorption “window” between 10 and 12 pm) [32], [33].

In particular, when viewing cloud ice crystals or an icy runway surface, with an FLI, the
radiance observed will increase rapidly between 10.5 and 12 ym. Whereas when viewing
water droplets or a wet surface, the radiance observed will be relatively constant between
10.5 and 11 pm with the strong increase in radiance occurring between 11 and 12 pm. Thus,
it is the small spectral shift in the wavelength at which the radiance emission abruptly
increases across the atmospheric “window” region that will allow the FLI to determine
whether cloud icing conditions, or a hazardous icy runway, may be encountered by the
aircraft. There is a precedent for this type of discrimination; two-band IR radiometers are
commercially available for detecting “black ice” on highways (black ice is the term for a thin
layer of ice that is difficult to detect visually).
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Figure 39. Imaginary index of refraction for water and ice in the infrared.
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6 Instrument Design Concept and Specification

Based on the results of the sensitivity studies and characterizations shown in the previous
sections of this report, a table of FLI radiance measurement requirements was developed.

Table 2 was developed to guide the development or selection of an instrument to observe
various aviation weather hazards in future experimental studies. As discussed previously,
there are two techniques for using FLI radiance data to detect turbulence: (1) the use
of the CO, emission signal produced by the spatial variance of atmospheric temperature
associated with the adiabatic heating and cooling resulting from turbulent updraft and
downdrafts of the atmosphere, and (2) the use of the water vapor radiance signal produced
by the temperature and associated humidity variations associated with turbulent updraft
and downdrafts of the atmosphere.

In Table 2, the instrument spectral measurement and noise requirements for the use of
these two techniques are quite different. For the temperature turbulence using the partial
interferogram approach, the spectral region must contain the COs emission spectral region
(690 - 715 cm~1) with a spectral resolution of 0.625 cm™~!, or better, in order to resolve the
CO; emission line spacing of 1.5 cm~'. As discussed earlier, Nyquist sampling of the CO,
emission line spacing will produce a resonance in the 0.55 to 0.75 cm optical delay region
of the measured interferogram. The partial interferogram signal amplitude is related to the
degree of temperature variability (i.e., related to turbulence) ahead of the aircraft. For this
type of detection, a single field of view/single pixel spatially scanning instrument would
suffice, but better detection would certainly be provided by an imaging Fourier Transform
Spectrometer (FTS) with a much larger field of view and smaller pixel size than that specified
in Table 2.

The water vapor radiance turbulence measurement can be achieved with a lower spectral
resolution (~2.5 cm™1) FTS covering the water vapor emission bands of 1200 - 1600 cm~!
and/or 1600 - 2000 cm~!. The reason for the potential of using one or the other of these
water vapor bands is due to the fact that their emission characteristics are similar since they
represent the longwave and shortwave sides of the 6.3 m band centered at a wavenumber
of 1600 cm~!. However, there are some subtle advantages to using one side of the band,
versus the other, for the water vapor turbulence signal detection. The shortwave side has
the advantage being free from absorption by spectrally overlapping trace gases, such as
N>O and CHy, which overlap the HyO lines along the longwave side of the band. On the
contrary, because of the rapid fall-off of Planck radiance, for a given scene temperature,
with increasing wavenumber (decreasing wavelength), the signal-to-noise ratio of an FTS
will naturally be higher for measurements along the longwave side of the band, the degree
of which is dependent upon the high wavelength cut-off of the detector used. In any case,
the choice of the band to be used will depend upon the ultimate measurement objectives
for the FLI, which will determine the total measurement spectral range, and the properties
of the particular optical elements and detectors available for the development of an FLI
instrument.

The volcanic ash detection requirements are similar to those for water vapor radiance
turbulence, but the noise requirement is less stringent as a result of the aerosol being a much
stronger absorber/emitter than gaseous water vapor. The band to be used for volcanic ash
detection is extended to 1400 cm ™" in order to also observe the volcanic emissions of SO,
which is a strong absorber and emitter between 1325 and 1375 cm ™.

The three aviation hazards which require an imaging FTS for detection are slant range
visibility, icing, and wake turbulence, though the detection of all other aviation hazards
would benefit from the use of a spatially scanning imaging spectrometer, rather than a
single pixel instrument. For slant range visibility, it has been previously shown in Section
4.5 that effective enhancement can be achieved with a relatively low spectral resolution (i.e.,
2.5 cm™1) instrument operating in the thermal “window” (i.e., 800 - 1200 cm™!) region of
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Table 2. FLI RADIANCE MEASUREMENT REQUIREMENTS

Aircraft Hazard

Turbulence | Turbulence | Volcanic Slant Wake
(T) (T/H20) Ash Range Turb- Icing
Visibility ulence
Technique
Measurement CO4 Water “Window” Water
Specification emission Vapor Spectral “Window” Vapor “Window”
Partial Radiance Signa- Imagery | Radiance | Imagery
Inter- Varia- ture Imagery

ferogram bility
1200-

Spectral <690 1600 800- 800- 700- 1000-
Range - and/or 1400 1200 1600 1200
(em™1) >715 1600-

2000

Spectral 14.0- 6.3-8.3 7.1- 8.3- 6.3- 10-

Range 14.5 and/or 12.5 12.5 14.3 12.5
(pm) 5-6.3
Spectral

Resolution <0.625 <2.5 <2.5 <2.5 <2.5 <2.5

(cm™1)
Field >50 >50 >50 >500 >500 >500
of View (500m@ (500m@ (500m@ (500m (500m@ (500m@
(mrad) 10km) 10km) 10km) @1km) 1km) 1km)
Pixel <50 <50 <50 <0.1 <0.1 <0.1
Resolution (500m@ (500m@ (500m@ (1.0m@ (1.0m@ (1.0m@
(mrad) 10km) 10km) 10km) 1km) 1km) 1km)
NEdT
@220K <0.1 <0.1 <0.3 <1.0 <1.0 <1.0
Scene T(K)
Dwell
Time <2 <2 <2 <0.1 <0.1 <0.1
(sec)
Refresh
Rate >0.25 >0.25 >0.25 >10 >10 >10
(frames/sec)
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the spectrum, although improvements with higher spectral resolution (e.g., 0.6 cm~!) were
shown for very low visibility conditions.

For wake turbulence detection, the spectral range of the imaging FTS must be increased
to obtain contributions from carbon dioxide and water vapor since it is the spatial structure
of these emissions which delineate the temperature and water vapor spiral patterns associ-
ated with the wake vortices produced by an aircraft. The field of view needs to be relatively
large to capture any wake, which might affect an aircraft on takeoff, landing, or in-flight.
The large field of view, coupled with the very small pixel size (i.e., high spatial resolution)
drives the requirement towards a fairly large focal plane array (e.g., ~ 500 x 500 pixels)
imaging device. A relatively high image refresh rate is required to enable expanded spatial
coverage by stepping the instrument’s telescope or an associated scene scan mirror, while at
the same time providing near continuous imagery at high spatial resolution of the obstacle
as the aircraft moves closer to the scene (i.e., the runway during landing or a wake vortex
during takeoff or in-flight).

Although this measurement capability is challenging given the current state of the art,
there are instruments which have the spectral imaging capability sufficient for experimentally
demonstrating the concept. Also, the array size and associated field-of-view requirement
could be relaxed by increasing the spatial stepping rate of the telescope or scene scan mirror
of the imaging FTS. Detailed trade studies need to be performed by potential instrument
manufacturers in order to optimize the FLI design. Such engineering studies are beyond the
scope of the current theoretical study effort.

7 Future Research Needs

The sensitivity and characterization studies reported here addressed the phenomenology that
supports detection by the FLI, in other words, which airborne hazards may be detectable,
and how. The simulations revealed detectable signatures in both the interferogram and
spectral domains for temperature anomalies, and detectable spectral signatures for humidity
anomalies caused by CAT and wind shear. A literature search on wake vortex properties
suggested that an FLI will be able to provide images of vortices. A simulation of multi-
band imaging in low slant-range visibility conditions illustrated the potential of the FLI to
provide essentially unobscured IR images of runway scenes as viewed from the air during an
approach. In addition, the ability of an FLI to distinguish volcanic ash clouds from water
and ice clouds was verified, and its ability to distinguish ice from liquid water on surfaces
such as runways was investigated. Techniques for determining the range (and hence warning
time) to hazards were also demonstrated.

The results of these studies are promising, but they are only a first step in assessing
the full potential of an FLI to serve as a multi-hazard airborne sensor. Investigators must
also develop a means to estimate the intensities of the hazards posed to an aircraft; de-
velop instrument requirements for a commercial hazard warning sensor®; develop robust
algorithms to relate hazard levels to sensor readings; and perform validation tests. In order
to accomplish these goals, further research is required in four general categories including
ground-based measurements, airborne measurements, further sensitivity studies, and simu-
lations.

7.1 Ground Measurements

Ground-based measurements can be performed at lower cost than airborne measurements
and may be achievable for several hazards including mountain waves (turbulence induced by

5Discussions have been held with two companies that have either a commercial or prototype system that
could be used in future field tests. Information regarding these systems is included in Appendix C.
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orography), wake vortices, low slant-range visibility, and volcanic ash. Mountain waves offer
an excellent opportunity for ground-based measurements of turbulence, because they are
predictable and fairly well understood. Imagery of mountain waves with an FLI may provide
a good first comparison with the sensitivity studies. Imagery in low visibility conditions can
be collected on any scenario where terrain or an elevated structure provides a slant viewing
path to the earth, in a location where fog and haze occur. An airport would be the ideal
location, and a control tower may provide the viewing platform. The airport weather data
would document the weather conditions, and visible-light imagery would provide additional
characterization.

Data has been collected on volcanic ash and SO4 in the past, but no one has ever acquired
multi-band IR imagery of a volcanic ash cloud viewed horizontally, as it would be viewed
in flight. Such a view may be achievable with the sensor located on an adjacent mountain.
This scenario is unpredictable because it is dependent on having an active volcano with
an accessible adjacent mountain, but researchers should be prepared for it in case such an
opportunity arises.

7.2 Flight Measurements

The number of atmospheric data sets available for the sensitivity studies reported here was
very limited, and details of the atmospheric structures and fields associated with hazards
remains largely unknown. For this reason, there is no substitute for future flight tests. They
will be essential for establishing sensor performance. However, such flights must include
truth data that can be used in the simulation environment described below to provide a
physical understanding of the infrared signatures and to identify any issues. In order to
keep the cost of airborne tests affordable, it may be necessary to align with larger projects.
There are several ongoing research projects that may offer candidate airborne platforms
along with relevant truth data, such as:

e The NOAA G-IV is operated in a Winter Storm series during which truth data is
acquired with drop sondes.

e The NOAA HIAPER is sometimes flown with a wind-scanning Lidar.
e The DLR Falcon is flown with a wind-scanning Lidar.

e A UK Met aircraft located in Iceland is flown in turbulence studies.

7.3 Further Sensitivity Studies

The pilot studies reported here have successfully demonstrated that the spectral radiance
measurements by an FLI mounted on an aircraft would be able to sense radiometric signa-
tures associated with aviation weather hazards to safe flight. It has also been shown that,
for the case of enhancing slant range visibility, Eigenvector (EOF) regression is a powerful
method for transforming FLI spectra into useful physical products that can be used by the
flight crew to insure safe flight. It is likewise expected that EOF regression can also be used
to enable rapid and accurate predictions of other aviation safety hazards such as turbulence,
wind shear, volcanic ash, wake turbulence, and icing.

The advantage of using EOF regression is that it enables the entire spectrum of infor-
mation content to be used for the sensing of these phenomena, thereby multiplexing the
emission signals from all the atmospheric gases of interest as well as the emission signals
from clouds and aerosols. For example, it was shown that for turbulence the signal comes
from the temperature and water vapor contribution to the emitted radiances in two different
portions of the emission spectrum (i.e., the CO2 emission region near 15 m and the HyO
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emission region near 6.3 pm). Furthermore, for the case of turbulence, the signal is rela-
tively small so that a very high signal-to-noise ratio of the measurement variable is required.
The advantage of the use of EOF regression is that by extracting the information content
from the entire spectrum, the signatures of turbulence inherent in the large number (i.e.,
1000 or more) of FLI spectral radiance measurements, are combined into a small number
(i.e., 2 - 4) of EOF predictors. As a result, the signal-to-noise ratio of the FLI detection
system is enhanced by an order of magnitude, or more, by using EOF regression to retrieve
the geophysical characteristics of the otherwise small radiance turbulence signal. A simi-
lar signal-to-noise advantage will be gained for the detection of all other weather related
hazards as well. Thus, the impor